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This  Addendum  to  the  Flight  Service  Station  Automation  Program 
Master  Plan,  dated  January  1978,  describes  the  plan  for  the 
automated  and  modernized  Flight  Service  Station  System.  It: 

-  Reaffirms  the  automation  program 

-  Extends  automation  to  Alaska,  Hawaii,  and  Puerto  Rico 

-  Establishes  automated  Flight  Service  Stations  at  61 
major  centers  of  general  aviation  activity  in  45  states 
and  Puerto  Rico.  New  buildings  will  be  required  for  59 
of  the  61  facilities 

-  Eliminates  the  collocation  of  Flight  Service  Stations  at 
Air  Route  Traffic  Control  Centers 

-  Provides  for  the  consolidation  of  existing  Flight 
Service  Stations  into  the  61  new  facilities 

As  a  result  of  these  measures,  the  total  cost  of  automating  and 
consolidating  the  Flight  Service  Station  System  would  be  increased 
from  the  $453  million  necessary  to  automate  20  Hub  facilities,  as 
described  in  the  Master  Plan,  to  $495  million  to  automate  61  Flight 
Service  Stations.  A  difference  of  $42  million. 
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The  Flight  Service  Station  Master  Plan  provides  for  automation  of  the  highest  activity] 
stations  and  introduction  of  pilot  self-service  features.  The  Master  Plan,  however, 
deferred  decisions  on  several  key  issues.  The  proposed  resolution  of  these  issues 
is  as  follows:  - 

The  distribution  and  location  of  Flight  Service  Stations  (domestic  and  noncon- 
terminous)  and  possible  collocation  with  Air  Route  Traffic  Control  Centers.  We 
have  identified  61  sites  for  automated  Flight  Service  Stations.  We  have  decided 
against  collocation  because  it  isolates  the  Flight  Service  Station  System  from 
the  primary  user.  General  Aviation.  - 

'Construction  of  suitable  quarters  to  house  the  automated  facilities.  New 
buildings  will  be  required  at  59  of  the  61  sites  to  accommodate  consolidation 
and  automation.  - -  ~ 

'‘The  consolidation  of  existing  Flight  Service  Stations  into  the  new  facilities. 
Consolidation  of  adjacent  Flight  Service  Stations  into  the  automated  facility 
will  not  be  initiated  until  we  have  shown  the  level  of  service  at  the  new  facility 
to  be  at  least  equal  to  the  service  available  at  the  nonautomated  locations  — 

As  a  result  of  these  measures,  the_ total  cost  of  automa^in^  and_consoli(Jating  the 


Flight  Service  Station  network  would  be  increased  from 
a  difference  of  $42  million.— 


million  to  $495  million, 


17.  *(ey  Word# 

(Flight  Service  Stations  Automation 


19  Security  Ciottif.  (of  this  report) 

UNCLASSIFIED 


18.  Distribution  Stotamant 

Document  is  available  to  the  U.S.  public 
through  the  National  Technical  Information 
Service,  Springfield,  VA  22161 


30.  Security  Clots*  1.  (of  this  peg*) 

UNCLASSIFIED 


21*  No.  of  Pages 

14 


22.  Price 


Form  DOT  F  1700.7  tt-77) 


Reproduction  of  completed  pope  authorised 


V 


1.0  INTRODUCTION 


The  Master  Plan  for  the  Flight  Service  Station  Automation  Program 
dated  January  1978  is  a  planning  document  for  the  implementation  of 
the  Flight  Service  Station  Automation  System  and  serves  as  the 
acquisition  authorizing  document.  Acquisition  is  limited  to  Phases 
A  and  B  of  the  plan  with  complete  implementation  of  Flight  Service 
Station  Automation  for  Level  III  (highest  activity)  Flight  Service 
Stations  and  implementation  of  pilot  self  service. 

Phases  C  and  D  of  the  Master  Plan  provide  a  plan  for  collocation 
and  consolidation  of  the  present  domestic  290  Flight  Service 
Stations  into  20  new  Hub  facilities  at  the  Air  Route  Traffic 
Control  Center  locations.  Also  included  was  an  alternate  plan  to 
meet  system  service  demands  without  collocation,  but  with 
automation  extended  up  to  a  maximum  of  150  Flight  Service  Stations 
with  or  without  consolidation  of  the  remaining  manual  stations. 

The  implementation  approach  and  cost  for  both  alternatives  were 
considered  to  be  almost  identical  for  Phases  A  and  B,  therefore, 
the  issue  of  which  alternative  would  be  followed  was  to  remain 
under  consideration  without  affecting  program  costs. 

2.0  PURPOSE  AND  SCOPE 


This  document  presents  the  policy,  guidelines  and  plan  for 
implementation  of  the  alternate  approach  for  Phase  C  and  D  of 
Flight  Service  Station  Automation  Program.  It  is  intended  that  the 
January  1978  Master  Plan  will  be  modified  as  soon  as  possible.  The 
scope  of  the  modifications  are  presented  in  Appendix  5  in  overview 
form  by  major  headings. 

3.0  GENERAL 


The  Master  Plan  of  January  1978  deferred  decisions  on  several  key 
issues.  These  issues  have  been  studied  jointly  by  FAA  Air  Traffic 
Service,  Airway  Facilities  Service,  and  Systems  Research  and 
Development  Service  to  present  the  preferred  alternative  plan  for 
consolidation,  distribution  and  location  of  automated  Flight 
Service  Stations.  The  recommended  approach  considers  each  of  the 
following  issues,  and  the  approach  taken  to  resolve  them. 

*4.0  ISSUES 

4. 1  Background 

Flight  Service  Stations  were  established  in  the  1920’s  for 
communication  with  mail  planes  flying  between  Washington,  D.C.,  and 
Oakland,  California.  In  the  1930 's  and  1940's,  the  flight  service 
role  expanded  to  include  relaying  traffic  control  clearances  and 
accepting  position  reports  for  the  newly  established  Air  Route 
Traffic  Control  Centers.  In  the  1950’s,  the  advent  of  remote 
air-ground  communications  facilities  led  to  the  elimination  of  the 
Flight  Service  Station  role  as  an  en  route  communications  relay. 
Since  I960,  Flight  Service  Stations  have  provided  weather  and 
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aeronautical  services  primarily  to  the  General  Aviation  pilot. 

These  services  include:  flight  plan  processing,  preflight  and 
inflight  weather  briefings,  en  route  communication  and  emergency 
services  (direction  finding). 

While  the  role  of  Flight  Service  Stations  has  changed  dramatically 
during  this  period,  there  has  been  little  physical  change  to  the 
facilities  or  to  their  geographic  distribution. 

Considering  the  role  which  the  Flight  Service  Station  now  plays  in 
General  Aviation  safety  and  in  an  effort  to  provide  improved 
service  to  the  General  Aviation  public,  we  have  reviewed  the 
distribution  and  location  of  existing  Flight  Service  Stations.  The 
purpose  of  this  review  was  to  determine  if  the  existing 
distribution  is  consistent  with  the  goal  of  improved  safety  and 
service. 

4.1.1  Consolidation  and  Collocation  at  Air  Route  Traffic  Control 
Centers 


A  significant  factor  in  the  review  was  the  outcome  of  the 
operational  tests  at  the  Washington  Flight  Service  Station, 
Leesburg,  Virginia.  The  Leesburg  project  involved  the  collocation 
and  consolidation  of  three  Flight  Service  Stations  to  the  Air  Route 
Traffic  Control  Center.  The  Leesburg  tests  did  demonstrate  that 
specific  benefits  are  attainable  through  consolidation.  These 
benefits  include:  increased  capacity  to  provide  service;  more 
efficient  staff  utilization;  equitable  workload  distribution;  net 
decrease  in  overhead  administrative  costs.  The  tests  also  indicate 
there  are  no  significant  operational  or  cost  advantages  to  be 
realized  through  collocation.  Additionally,  collocation  has  the 
negative  consequence  of  total  isolation  of  the  system  from  the 
principal  users — General  Aviation.  Consequently,  we  are  no  longer 
considering  collocation  of  Flight  Service  Stations  at  Air  Route 
Traffic  Control  Centers. 

4.2  Distribution  and  Location  of  Flight  Service  Facilities 

The  problem  in  the  distribution  of  the  Flight  Service  Stations  is 
one  of  balancing  service  against  operating  cost.  The  operating 
costs  of  the  existing  Flight  Service  Stations  and  the  projected 
growth  of  General  Aviation  make  continuation  or  expansion  of  the 
present  system  impractical. 

A  number  of  factors,  some  quantifiable  and  others  judgmental,  were 
considered  in  arriving  at  the  number  and  tentative  locations  of  the 
Flight  Service  Stations  to  receive  automation.  These  include: 
General  Aviation  activity;  i.e.,  airport  operations  and  based 
aircraft;  compatibility  with  the  recently  announced  Satellite 
Airport  Program;  geographical  distribution  of  facilities  in  terms 
of  concentration  of  activity  and  homogeneity  of  terrain  and 
weather;  equalizing  workload  distribution  between  facilities;  and 
utilizing  existing  equipment  and  locations  to  the  extent  practical. 
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The  result  of  applying  these  preferential  criteria  was  the 
selection  of  61  facilities  to  receive  automation.  The  locations  of 
these  facilities  have  been  coordinated  with  the  Regions,  but  have 
not  been  included  in  this  document  because  they  have  not  been 
discussed  with  the  airport  sponsors. 

The  initial  application  of  the  criteria  indicates  the  61  facilities 
will  be  located  in  45  states  and  Puerto  Rico.  Twenty-nine 
locations  are  satellite  airports.  Forty-two  of  these  tentative 
locations  already  have  a  Flight  Service  Station.  All  61  facilities 
would  be  located  at  airports  which  are  major  centers  of  General 
Aviation  activity  within  their  respective  flight  plan  areas. 

4 . 3  Flight  Service  Station  Quarters 

Nineteen  of  the  tentatively  selected  General  Aviation  airports  do 
not  have  Flight  Service  Stations.  New  buildings  will  be  required 
at  those  locations.  One  of  the  remaining  42  locations  has  existing 
quarters  that  could  be  adequately  adapted  to  accommodate  both 
automation  and  consolidation.  New  buildings  would  be  required  at 
41  of  the  existing  locations.  One  of  these  buildings  is  already 
under  construction;  therefore,  this  program  has  been  developed  and 
priced  on  the  basis  of  FAA  constructed  buildings  at  59  locations. 

4.4  Intervening  Period 

It  is  recognized  that  during  the  intervening  period — before  the  new 
system  is  operational — the  workload  to  handle  increased  operations 
and  the  proposed  dual  operation  during  the  transition  period  will 
require  reduced  hours  of  operation  at  some  low  activity  stations, 
or  a  temporary  increase  in  staff  or  both. 

4.5  Consolidation  of  Flight  Service  Stations 

Consolidation  of  the  existing  Flight  Service  Stations  will  be 
accomplished  in  several  stages.  After  each  automated  Flight 
Service  Station  is  in  operation,  we  will  ascertain  that  the  quality 
of  service  provided  is  equal  or  superior  to  the  service  available 
from  the  existing  stations  in  the  area.  Only  then  will  we  begin  to 
consolidate  the  surrounding  Flight  Service  Stations  into  the 
automated  facility.  The  heart  of  our  approach  to  consolidation  is 
the  development  of  a  consolidation  plan  tailored  to  the  needs  of 
each  individual  flight  plan  area.  This  plan  will  be  developed 
within  national  guidelines  by  the  chief  of  the  automated  facility. 
The  plan  will  also  reflect  the  input  obtained  from  the  chiefs  of 
the  facilities  to  be  consolidated,  the  FAA  maintenance  sector 
manager  and  the  local  aviation  community. 

New  buildings  will  permit  the  development  of  standard  floor  plans 
to  facilitate  national  planning  for  equipment,  systems  and 
operations.  We  envision  a  highly  energy  efficient  building  with 
specially  designed  high  reliability  power  and  environmental  support 
systems.  Appendix  1  is  an  artist's  rendering  of  the  building 
design  we  have  chosen. 
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4.6  Issue  Resolution  Summar 


We  believe  that  the  foregoing  solutions  to  the  issues  which  were 
deferred  in  the  Master  Plan  represent  the  most  operationally 
advantageous  and  cost  effective  approach  to  improving  safety  and 
service  to  the  General  Aviation  community. 

5.0  PROGRAM  SCHEDULE  AND  FUNDING 

The  plan  for  a  61-Flight  Service  Station  Configuration  does  not 
disturb  the  previously  announced  automation  program  schedule  or 
funding  plan.  Deliveries  of  the  limited  automation  systems  are 
planned  to  begin  in  1982  and  will  be  installed  in  selected  existing 
Flight  Service  Stations.  The  computer  systems  will  be  installed  at 
Air  Route  Traffic  Control  Centers  as  planned. 

Construction  of  the  new  Flight  Service  Station  buildings  will  begin 
in  1982.  Deliveries  of  expanded  automation  systems  will  begin  in 
1983  with  final  deliveries  scheduled  for  1987.  Equipment  required 
for  the  additional  18  facilities,  beyond  the  43  currently 
programmed,  has  been  added  at  the  end  of  the  program  schedule. 
Appendix  2  shows  the  planned  schedule  of  system  deliveries. 

The  funding  plan  is  consistent  with  earlier  plans.  The  cost  of 
automation  has  been  increased  $19M  to  cover  the  cost  of  18 
additional  display  systems.  The  cost  for  new  buildings  and 
consolidation  approximate  those  shown  in  the  Master  Plan  of  1978, 
however,  at  first  glance  the  numbers  may  appear  significantly 
different.  This  is  because  the  1978  plan  is  costed  in  constant 
1977  dollars  and  the  currently  approved  automation  program  is 
costed  in  dollars  inflated  per  guidelines  provided  by  0MB.  In 
order  to  be  consistent  for  comparison  purposes  the  new  plan  and  the 
20  Hub  plan  dollars  have  been  inflated  at  the  same  0MB  rate.  If 
actual  inflation  rates  differ  from  projections,  adjustments  will  be 
made  in  each  years  annual  budget  submission.  A  summary  of  the 
funding  required  by  year  is  shown  in  Appendix  3.  Appendix  4 
delineates  the  differences  in  funding  between  this  plan  for  61 
facilities  and  the  Master  Plan. 
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MASTER  PLAN  PROPOSED  PLAN  DIFFERENCE 


AUTOMATION 

Original  Level  III  (43) 

$224M 

$224M 

Additional  Facilities  (18) 

$  19M 

$  19M 

BUILDINGS 

59  New  Buildings 

$126M 

20  Hubs 

$  104M 

$  22M 

CONSOLIDATION 

$125M 

$126M 

$  1M 

(1 

(1 

( 

$453M 

$495M 

$  42M 

The  cost/benefit  analysis,  prepared  to  support  the  January  1978  Flight  Service 
Station  Automation  Program  Master  Plan,  indicated  a  $1.5  billion  cumulative 
cost  savings  to  1995  by  proceeding  to  the  20  Hub  configuration.  An  update  to 
this  analysis,  prepared  to  support  the  proposed  plan,  indicates  a  similar  $1.5 
billion  cumulative  cost  savings  by  proceeding  to  the  61  Flight  Service  Station 
configuration. 


(J_  These  figures  represent  inflated  dollars  to  the  year  of  expenditure  in 
accordance  with  0MB  inflation  guidelines. 
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Anticipated  Master  Plan  Revisions 

1.0  Introduction  including  Foreword  and  Introduction 
Modification  of  Program  Phases  C  and  D 
2.0  Program  Objectives  and  Requirements 
No  changes 

3.0  Program  Planning 

No  change  except  Phases  C  and  D  earlier  implementation  of  Building 
Program  as  required. 

4.0  Systems  and  Systems  Interface  Descriptions 
Minor  changes  -  Remove  collocation  at  ARTCCs. 

5.0  Program  Implementation 

Modify  building  program  and  site  numbers  for  61  Automated  Flight  Service 
Stations.  No  change  to  AWP  requirements.  Increase  FSDPS  implementation 
requirement  for  23  sites.  Basic  overall  implementation  schedule  modification 
will  be  minor. 

6.0  Major  Program  Relationships 
No  changes. 

7.0  Program  Management 
Changes  required. 

8.0  Logistics  Support 
No  changes 
9.0  Staffing 

Minor  changes. 

Planned  levels  for  AF  and  AT  personnel  staffing  are  estimated  to  increase 
slightly  in  the  preferred  alternate  plan  as  a  result  of  increased  numbers  of 
facilities  in  the  final  system. 
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10.0  Training 

Minor  changes  resulting  from  configuration  change. 

1 1.0  Security 
No  changes. 

12.0  Financial 

Changes  required  to  reflect  Program  Sche.  Is  and  Funding  revisions  of 
Section  5.0  of  this  document. 
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